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After several false starts, the FAA recently announced that all pilots filing a domestic VFR 
or IFR flight plan must use the ICAO flight plan form (https://iacratraining.faa.gov/iacra/
FAA7233-4.pdf) starting Tuesday, August 27th.  Although this pronouncement came with 
a relatively short advance notice, the good news is that the Aero Club has been preparing 
for this day for some time.  Space precludes a detailed discussion of all of the intricacies of 
filing an ICAO flight plan so the purpose of this article is to overview the new flight plan 
format, highlight some differences on how the flight plan handles ICAO and non-ICAO 
fields, and, most importantly, point you to on-line and Club House references that are at 
your disposal.  
 
The format of the ICAO flight plan has many of the same elements of the FAA flight plan 
with some additional information regarding on-board nav/comm equipment and some 
slight variations in the format in which the data is entered.  Overall, the ICAO flight plan is 
split into three sections.  The top section of the form above the solid blue line is for ATC 
use.  Entries start at block 7 (Aircraft Identification) and continue with familiar information 
– call sign, TAS, cruise altitude, departure field, route of flight, destination, alternates (if  
(Continued on Page 8) 
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Looking Forward, Looking Backwards 

     Tom Bell, MacAir Chief Pilot 
 
We are over the halfway point in 2019 and it is a good time to look forward and to look 
backwards.  This issue of the newsletter does both.  In it, we reflect on Craig’s fini flight 
as he pulled chocks to join family in North Carolina.  We reflect on the great summer 
flying we have had (almost 700 flying hours in July).  What a great job by our maintain-
ers to keep our aircraft in the air and some superb accomplishments by our pilots with 
ratings earned (have a look on the back page).  Rick Krakoff’s great article remembers a 
near tragedy caused by a chain of issues associated with fuel loading and allows us the 
opportunity to reflect on how we manage the fuel we have on-board to ensure an ade-
quate reserve on landing.  Finally, we look ahead at the remainder of the year.  Mike 
Nowak’s article on the upcoming transition to ICAO flight plans (only a week away) 
points us to the data we need to have.  Rich Stepler’s article on single pilot IFR helps us 
think about upcoming weather challenges as summer weather wanes.  Finally, as we en-
ter the fall flying weather (sometimes the best of the entire year) I once again, extend the 
challenge to come out and fly to expand your flying capabilities in 2019.  Fly safe. 

HOT!!!!    FAA ICAO Flight Plans for Domestic Flights Required Starting 

August 27th   HOT!!!! 

https://iacratraining.faa.gov/iacra/FAA7233-4.pdf
https://iacratraining.faa.gov/iacra/FAA7233-4.pdf
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required), etc.  In contrast to the FAA flight plan the ICAO flight plan requires more information regarding on-
board nav/comm equipment and survival equipment such as rafts/dinghies, emergency radios, etc. 

One important variation from the FAA flight plan is the 
manner an ICAO flight plan handles departure, destination 
and alternate airfields.  Currently, the ICAO flight plan for-
mat recognizes 4-letter, alphabet identifiers (e.g. KJFK, 
KLAX, KDAY, KSGH).  However, smaller airports with a 
3-letter alpha-numeric identifiers such Greene County, I19, 
and Red Stewart, 40I, are not ICAO designations.  For non
-ICAO airfields you need to put ZZZZ in the respective 
entry and then annotate in the remarks section the actual 
non-ICAO field identifier (e.g. Dep/I19).   

The best source of information on how to fill out an ICAO 
flight plan are on the MacAir website and hardcopy exam-
ples in the Club’s Office.   To access the materials on-line, 
go to the MacAir Website and select the Member’s section.  
Enter the password and then select Pilot Resources using 

the same password.  Figure 1 (page 1) highlights the rele-
vant files you can reference.  The Flight Plan Quick Guide 

is one that you may want to download to your tablet or in hardcopy form.  It’s a two-sided, tri-fold quick refer-
ence guide that should address the majority of your questions.  Other documents go into more details on how to 
fill out the form. 

As mentioned above, the last section of the ICAO flight 
plan requires detailed and specific codes on the type of 
on-board nav/comm equipment.  The avionics section 
(Figure 2) of the Pilot Resource page has a spreadsheet 
with this information for each aircraft in our fleet by tail 
number.  Pay attention as we continue to update the doc-
ument for equipment configuration changes since we 

have a few aircraft to go. 

A hard copy resource is in the Club Office with much of 
the same information along with examples of ICAO VFR and IFR flight plans to local fields.  A final resource 
is our IP cadre who stand by to help address any questions you may have. 

The flying world is in a state of transition as radio-based navigation aids such as VORs are decommissioned 
and procedures change to better align the US with the international flying community.  As general aviation pi-
lots it is incumbent upon us to stay up to date with these changes.  MacAir will continue to provide information 
via our website, this newsletter, and weekly e-mails to assist in disseminating this information.   

Fly Safe….and Often. 

Figure 2 

FAA ICAO Flight Plans for Domestic Flights (Cont’d from Page 1) 

Figure 1 

So You Want to Be an Author?  
Wolfgang Langewiesche, Beryl Markham, Ernst K, Gann, and Robert 
Buck—All accomplished aviation authors who left their imprint on genera-
tions of subsequent aviators who were motivated by their writings.  (If you 
haven’t read any works from these authors, you really need to  look into 
them.  Try Amazon.)  All of them got their start writing small articles and 
moving up.   
Here’s your chance—If you have an aviation-related idea you want to convey 
get in touch with me for the next newsletter and I’ll work with you  Mike 
Nowak (mjcsnowak@yahoo.com) 
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The Gimli Glider—Lessons for All Pilots   Rick Krakoff, CFI 

The Gimli Glider is the nickname 
of an Air Canada aircraft that was 
involved in an unusual aviation 
incident. On 23 July 1983, Air 
Canada Flight 143, a Boeing 767 
jet, ran out of fuel at an altitude of 
41,000 feet MSL about halfway 
through its flight from Ottawa to 
Edmonton. The crew was able to 
glide the aircraft safely to an emer-
gency landing at Gimli Industrial 
Park Airport, a former Royal Cana-
dian Air Force base in Gimli, Man-
itoba.  There were minor injuries 
although this could have easily be-
come a disaster.  The incident is a 
reminder that accidents are usually 
a chain of events and often pre-
ventable. 
The Boeing 767 was a very new 
aircraft at the time.  Its maiden 
flight was in September 1981.   
The incident aircraft was the 47th 
off the production line and less 
than four months old.  There had 
been many procedural changes for 
the new aircraft, including 55 
changes to the Minimum Equip-
ment List (MEL).   This included 
the ability for maintenance to clear 
the aircraft to fly in certain situa-
tions that the MEL grounded the 
aircraft.  Two outside factors af-
fected the flight.  The 767 was one 
of first commercial aircraft to elim-
inate the flight engineer, thus 
changing some flight crew tasks 
and removing some oversight from 
the cockpit.  Lastly, in 1983 Cana-
da was in the midst of converting 
from the imperial to metric system.  

You may be able to 
guess where this re-
markable story is lead-
ing. 
The aircraft in ques-
tion had a series of 
fuel gauge issues dur-
ing previous flights.  
As a result, the fuel 
gauges were inopera-

tive, pertinent circuit breakers 
tagged inoperative, and the appro-
priate maintenance write-ups 
made.  The plane was considered 
operational because of secondary 
means to calculate fuel require-
ments and to measure fuel by dip-
ping the tanks (using a measuring 
stick to check fuel levels).  These 
had previously been the flight engi-
neer’s responsibility but was rele-
gated to maintenance.  The crew 
was told there was adequate fuel 
for the flight and matched the pi-
lots’ calculations. 
The flight was cruising was cruis-
ing at 41,000 ft when a fuel pres-
sure problem alarm sounded for the 
left engine.  The crew assumed a 
fuel pump had failed and gravity 
would feed the engine.  The left 
engine failed and the crew diverted 
in preparation for a single-engine 
landing.  A long bong sounded 
while the pilots were coordinating 
with ATC.  Neither had heard the 
sound before because it was not 
covered in training.  The sound, 
and subsequent alarm signified 
both engines were out.  That also 
meant the aircraft lost many of its 
systems and most instruments went 
blank. 
The 767 was now a glider relying 
on a backup ram air turbine to pro-
vide power to the flight controls.  
The pilots searched the checklist 
for engine out flying but it did not 
exist since the situation was never 
anticipated.  The captain estimated 
and established the best glide 

speed.  The first officer was famil-
iar with the area and proposed 
landing at a Canadian air force 
base he was once stationed.  That 
base was closed and renamed the 
Gimli Motorsports Park, partly 
converted into a dragstrip.  The 
pilots did not know at the time that 
there was a race that day and the 
area was full of spectators and ve-
hicles. 
The pilots tried lowering the land-
ing gear but the nose wheel failed 
to lock in position – a blessing in 
disguise.  As the aircraft slowed on 
approach to landing, the ram air 
turbine generated less power, ren-
dering the aircraft increasingly dif-
ficult to control while the flaps and 
slats would not fully extend.  The 
aircraft was high and fast but 
lacked the altitude to do a 360-
degree turn to make corrections.  
The captain slipped the aircraft and 
"stood on the brakes" as the plane 
landed.  This blew two of the air-
craft's tires. The unlocked nose 
wheel collapsed and helped to slow 
the airplane.  It stopped.  A minor 
fire in the nose area was extin-
guished by racers and course work-
ers armed with fire extinguishers. 
The collapse nose gear elevated the 
tail and there were injuries when 
passengers exited the aircraft via 
the rear slides which were not long 
enough to accommodate the in-
creased height.  No one on the 
ground was injured.  Later simula-
tor recreations resulted in crashes. 
Much went wrong that day.  The 
safety board praised the flight crew 
but noted Air Canada had not 
clearly assigned the task of calcu-
lating and measuring fuel when 
there was no flight engineer pre-
sent.  There were also issues re-
garding the MEL and training.  But  
what really caused the aircraft en-
gines to be starved of fuel?  A sim-
ple (Continued on Page 5) 
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        Rich Stepler, CFI, CFII, MEI 

My first single pilot IFR flight 
into actual conditions brought 
with it some anxiety, a fair 
amount of workload, think one
-man-band, and stress, both 
self imposed and unintention-
ally induced by the ATC sys-
tem.  Does it get easier with 
experience?  Yes, like any task 
that is repeated, some aspects 
do, you are better prepared 
and more confident.  And no, 
some aspects can get worse, partic-
ularly if you start to substitute con-
fidence for preparation and profi-
ciency. 
Looking through some old maga-
zine articles I saved because they 
factually addressed actual   IFR 
flying situations I found one by 
Mike Bush reporting on a Battelle/
NASA study that reviewed and an-
alyzed 5 years of Pilot reports in 
the NASA Aviation Safety Report-
ing System that addressed common 
IFR mistakes and offered practical 
suggestions on how to avoid be-
coming an unwilling contributor to 
the safety reporting system or 
worse, the focus of an FAA viola-
tion investigation.  A synopsis of 
the key points of the much longer 
article follows. 
Seventy percent of all pilot report-
ed IFR deviations fall into one of 
five categories--listed from most 
(43%) to least (5%) common they 
are: altitude deviations, improperly 
flown approaches, heading devia-
tions, position deviations and loss 
of control.  Addressing the domi-
nate issues, root causes and correc-
tive action reported in the NASA 
report for each of the categories: 
 Altitude deviations include over 
and undershooting newly assigned 
altitude and drifting off the as-
signed altitude.  Two root causes: 
cockpit distractions caused you to 

lose situational awareness and fol-
lowing ATC instructions intended 
for another airplane. Corrective 
actions: Make certain the altitude 
change is for you (learn to listen), 
note newly assigned altitude on a 
knee board or set an altimeter bug, 
then read back the altitude change 
and your N number before making 
the change; make sure your instru-
ment scan includes the altimeter 
and do not become complacent 
about correcting back to the as-
signed altitude.  
Improperly flown approaches are a 
result of having to read and comply 
with information-dense approach 
plates while knowing and follow-
ing establish procedures using 
proper techniques all while fly the 
airplane. Failure in either the cog-
nitive or compliance areas or los-
ing situational awareness could 
result in an FAA violation or 
worse, an accident/incident.  Lead-
ing root causes are flying a heading 
that will not intercept the desired 
course, failure to descend properly 
on the glide slope, flying a depict-
ed course reversal when not re-
quired, improperly flying a hold, 
failure to select or set up the proper 
navigation instrument/systems.   
Flying the second or third attempt 
at a given approach usually result 
in increasing occurrences of errors.  
Corrective actions: Use GPS for 

situational awareness, 
study the approach plate 
well before you fly it and 
develop a technique to 
keep track of headings, 
decision height, minimum 
descent altitudes and alti-
tude limitations set at step 
down fixes.  Rarely will a 
controller vector you to the 
final approach course and 
expect you to execute a 

procedure turn, if there is any un-
certainties, ask the controller.  
Consider why you missed an ap-
proach; will a second or third at-
tempt improve the chances of a 
successful approach?  Always have 
an alternate with better weather so 
you can safely divert.  
Heading deviations mostly occur 
during departure due to high pilot 
workload with failure to stay on 
the assigned heading, flying the 
reciprocal of the assigned heading, 
failure to turn and turning the 
wrong way being the most com-
mon problems.  Corrective actions:  
set the heading bug on the HSI or 
Heading Indicator first then read 
back the new setting (as a substi-
tute set the OBS on the second 
VOR head, if not otherwise need-
ed, as a reminder of the assigned 
heading), do not divert your atten-
tion from the flight instruments for 
prolong periods to do navigation or 
communications task, rather inte-
grate the task into your scan of the 
flight instruments and accept that 
nav and com task will take longer, 
use the face of the HSI or heading 
indicator to help you decide which 
way to turn to get to a new head-
ing, use the shortest distance be-
tween the current heading and the 
new heading (caution a controller 
will sometimes turn you the long 
(Cont’d Next Page) 
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math problem.  Canada was con-
verting from imperial to metric 
measures.   Maintenance and the 
crew used incorrect values to deter-
mine how much fuel in pounds and 
gallons equaled the requirement in 
liters and kilograms.  The result 
was the aircraft departed with only 
had one-half the required fuel.  The 
issue was compounded by a misun-
derstanding of how to use the fuel 
dipstick as well as the inoperative 
fuel gauges that prohibited moni-
toring in-flight fuel levels. 
This near disaster reinforces les-
sons to all pilots.  Here are a few to 
consider when you fly. 
The importance of the MEL.  Most 

of our aircraft do not have FAA
-authorized MEL.  Use the 
FAR guidance and aircraft cer-

tification to ensure the aircraft 
has all appropriate equipment 
for the planned flight.  Make 
conservative choices if you 
have any doubt if the airplane 
is good for flight. 

 
Anticipate the consequences of any 

maintenance write-up, especial-
ly if the repair is deferred and 
there are limitations place on 
the aircraft’s operation. 
 

Double-check calculations and re-
pairs; don’t rely on others.  The 
incorrect fuel levels were at-
tributed to the unfamiliarity of 
converting imperial values to 
metric.  Maintenance used in-
correct values and the pilots 
used the same values without 

checking their validity. 
 

Be aware when procedures change.  
Be certain to understand any 
change to earlier routines and 
be aware that some are tempo-
rary or apply to specific cir-
cumstances.   
 

The PIC is responsible and the fi-
nal authority for the operation 
of an aircraft.  A pilot should 
ensure there are no questions 
about any aspect of flight be-
fore heading to the aircraft.  
 

The list could continue but the 
point is taken.  You are responsible 
for the safety of your passengers, 
yourself, and the aircraft. 

Avoiding the common problems when flying single pilot IFR (Cont)   

way around to establish spacing, 
listen carefully).   When reading a 
heading off a chart or approach 
plate, recognize the difference be-
tween a VOR radial printed on the 
chart and your desired heading.  
Drifting off the assign heading dur-
ing cruse is usually improper scan, 
lack of rigor, fatigue or failure to 
set the HI to the mag compass.  
Position Deviation is when the air-
plane is not where it is supposed to 
be and most often occurs during 
cruse flight.  The controller calls 
noting that you are “5 miles north” 
of the assigned airway.   
Pilot fatigue, instrument error, im-
proper setting of nav equipment 
and distractions all contribute.  

Corrective action:  GPS is both the 
solution and the cause of this prob-
lem.  Enter the entire flight plan 
into the GPS, not just “D”irect to 
the next nav point.  Learn how to 
change the flight plan in route.  If 
you are flying airways be sure to 
include the way points that define a 
bend in the airway.  If you deviate 
for weather make sure you get 
ATC permission before you turn 
(there is no such thing as a small 
deviation).  Do not accept a vector 
that flies you into dangerous 
weather, ATC may not see it, tell 
them.   
Loss of control is usually the result 
of the pilot being distracted from 
the primary job of FLYING THE 

AIRPLANE!  Which sounds like a 
novice mistake but the majorities 

of incidents were high time pilots 
executing routine tasks associated 
with communications and naviga-

tion and relying on their experience 
to keep track of the airplane.    
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The End of An Era—Chief Pilot Craig Kern’s MacAir Sawaddee Flight 

On Jul 20th, the 50th anniversary of the Apollo 11 
moon landing, MacAir recognized the end of an era 
as Chief Instructor Craig “Keys” Kern flew his final 
farewell flight before departing for a well earned re-
tirement in North Carolina closer to his grandchil-
dren. 

Those of us at MacAir and our predecessor organiza-
tion, the Wright-Patterson Aero Club, all came to 
know Craig as we progressed through our aviation 
ratings, accomplished annual standardization checks, 
or became club instructors.   There are also many 
club pilots who endured one of Craig's “wire brush-
ings” before going to an FAA checkride and returned 
with both a new rating and a measure of  thankfulness 
for his single-minded focus on sending the best pre-
pared rating applicants to do battle with an FAA ex-
aminer.  Better yet, talk to any one of the instructors 
who accomplished their annual IP check with Craig.  
Often, with a wry laugh, he would add another com-

plicating 
challenge in 
the middle of 
the check-
ride profile 
with the goal 
of pushing 
us to be bet-
ter. 

Besides his 
role as Chief 
Pilot, Craig 
also spear-
headed the 
MacAir For-
mation 
Team.  
Based on 
military for-
mation procedures and discipline with accommoda-
tion for our lower horsepower aircraft, Craig led or 
participated in numerous fly-bys to recognize fallen 
pilots, participate in ceremonies recognizing histori-
cal aviation events or community celebrations with 
the goal of attracting others to a career in aviation. 

In short, Craig “Keys” Kerns was the consummate 
pilot professional who encouraged everyone he 
touched to become better aviators.  Fortunately for 
North Carolina, Keys will continue to conduct part-
time instruction, mainly in Beech aircraft in which he 
was a recognized expert among the Beech communi-
ty.  All of us at MacAir wish him all the best, fair 
skies and following tailwinds….except on short final. 

Rating Accolades 
The following members achieved the following aeronautical 

ratings in the past quarter.  Congratulations! 

Private Pilot: Julian Harden  Garrett Benner  Glen Janus  Jarod 
Suhr  Luke Mastromatteo 

Commercial: Jeff Stands  Adam Stull  Juan Jurado 

CFI-Airplane: Jeff Stands 
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I Can’t Hear You….Hello? - David Gracia Rodriguez CFI, CFII, MEI 

NORDO… No radios.  Flying and 
losing the ability to communicate 
can be a “non event” if you are fly-
ing in Class E and Class G airspace 
VFR and landing at an uncon-
trolled airports. Although it is a 
different story, if you are flying 
IFR in IMC and/or you are flying 
in Class A, B, C and D airspace in 
which radio communications are 
an operational requirement. Chanc-
es are that if you think you “lost 
your radios”; more likely the prob-
lem lies somewhere else. Here are 
the most common issues related to 
the perceived “comm failure”. 
1.  Make sure the radio is audible. 
Don’t miss critical radio calls just 
because the volume is too low. Se-
lect the squelch position until static 
can be heard. Turn up the volume 
to the desired level, then deselect 
the squelch until the static is elimi-
nated. This is a very common 
cause of “communication failure.” 
 2.  Make sure that all microphone 
jacks are completely plugged in, 
including the hand mike! If you are 
using a push-to-talk switch, check 
both jacks for security. Failure to 
assure this will prevent your voice 
from being transmitted. 
 3.  Our Aircraft are equipped with 
an audio panel, make sure you 
know how to use it. Improper au-
dio panel operation is the second-

most common form of “radio fail-
ure”.  If you are unfamiliar with 
the audio panel on your aircraft, 
get some advice before you use it; 
or look on our website for the user 
manual. 
4.  Place the microphone close to 
your lips, perhaps even touching 
them. If you are using a hand mike, 
make sure that your finger is not 
covering the noise-canceling open-
ing on the back or top of the mike. 
Failure to do this will cause only 
unintelligible noise to be transmit-
ted.  
5. Listen before you transmit, espe-
cially if you have just changed fre-
quencies. Simultaneous transmis-
sions are counter-productive. Make 
sure the frequency is clear. Also, 
you may hear exactly what you 
need to know without transmitting. 
6.  If given a frequency change do 
not put the new frequency over the 
one you are using. If the controller 
made a mistake or you did not un-
derstand the right numbers you are 
always able to return to the previ-
ous frequency for clarification.  
7.  Speak clearly. Communication 
of information requires that the in-
formation be received and under-
stood.  Adherence to the phraseolo-
gy is preferred, but not absolutely 
required. In any event make every 
effort to ensure that your meaning 

is clear. If you do not understand 
ask again. 
8.  If you don’t receive an immedi-
ate reply to your transmission, be 
patient. The air traffic controller or 
flight service station (FSS) special-
ist you are calling has likely re-
ceived your call, and will answer 
as soon as workload permits. 
Sometimes controllers handle dif-
ferent frequencies for different sec-
tors at the same time and you are 
unable to listen to their communi-
cations on your assigned frequen-
cy. 
9.  Check your Nav Audio.  ATC 
as well as FSS have the ability to 
transmit over VOR frequencies 
that are voice capable. 
Just because you have “no radios” 
for communication it does not 
means that you are less safe.  Pilots 
have been flying without radios 
since the Wright Brothers.  The 
important thing is that if it happens 
to you, figure out first if it’s really 
a radio problem.  Analyze your 
flight situation. If VFR stay VMC, 
and proceed to an airport in which 
radio communications are not re-
quired. If IFR in VMC stay VMC, 
and follow the procedures above.  
If IFR in IMC, follow the proce-
dures prescribe for loss of commu-
nication for IFR in IMC.  

140 N. Valley Road 

Xenia, OH 45385 

MacAir Aero Club 
Upcoming Club Events: 

8 Oct—19 Nov: Private Pilot Ground School 
 (Tuesday/Thursday nights, 6-9pm, Tom, David or 

Ann can help with sign up) 

21 Sep Mac Air Open House 
 As always, need volunteers 

2 Nov (Tentative): Movie night 

Have comments or an idea for the next 

issue?  Let Tom (tbell@macair.us),  

David (dgraciarod@macair.us) or Mike 

(mjcsnowak@yahoo.com) know! 


